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From 1890 to the 1920s, the streetcar dominated urban transportation. With electric streetcar lines, 
cities could now expand beyond the normal two mile walking radius. Exactly how a specific streetcar line 
impacted the development of  the city was investigated by Sam Warner in the 1960s, using Boston as his 
example. Through his observations, Warner found that the density and type of  development was influenced by 
its proximity to streetcar access and distance to the heart of  downtown Boston, as these affected the decisions of 
school boards, speculative builders, and a whole range of public and private sector actors. 
Warner's study was specific to Boston. I propose to discuss the applicability of Warner's findings to 
a Midwestern city: Fort Wayne, Indiana. This will be accomplished by exploring the growth of  Fort Wayne's 
streetcar system from the 1890s to the 1940s by tracing the land use and development changes along selected 
corridors. This investigation will utilize various maps displaying the growth of  the city's streetcar system 
and Sanborn Fire Insurance Maps to determine the development and use in these corridors. How Fort Wayne 
developed within these 50 years will explore how, and if, Warner's observations apply in a different context. 
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3 INTRODUCTION 
Public transportation has been present in numerous cities throughout the nation since the 1800s. This 
form of  transportation was once common in small, rural cities as well as large, growing metropolitans.  Electric 
streetcars, trolleys, and cable cars expanded city boundaries by allowing residents to travel farther. Before 
the invention of  this technology, cities were confined to placing important businesses and amenities within 
a walking distance; approximately a two mile radius (Warner, 1978, p.  15). By providing residents an easy 
connection to businesses outside this walking distance, the city started to expand. 
However, does public transportation only impact the size ofa city? Precisely, how did streetcars impact 
development on a local level? Could the placement of  amenities, location of  housing types, and other factors 
be directly influenced by streetcars? While each city has different parameters, specific cities can be analyzed to 
determine how, and if, streetcars influenced its development. 
In  a pioneer study of  the impact of  streetcars Sam Bass Warner investigated Boston's streetcars in  his 
book Streetcar Suburbs: The  Process of  Growth in Boston, 1870-1900. Urban Planners and historians have 
considered Warner's findings to be appropriate for all cities within the United States. Warner attributed the 
placement of housing types, institutions, land use density, and other factors to the streetcars. For example, along 
the streetcar lines density was higher due to owners wanting to utilize this valuable land to its fullest potential. 
Because the land adjacent to streetcar lines was higher in value, institutions, such as schools and churches, 
located a few blocks away from the streetcar line. There are only a few characteristics that Warner observed in 
Boston. However, how appropriate are Warner's findings across the United States? 
The city of  Fort Wayne, Indiana was one of  many communities that had public transportation, 
specifically streetcars. During the late 1800s, leading into the 1900s, Fort Wayne experienced a growth similar 
to other cities and as the city grew, the streetcar line connections grew with it. However, did the city's growth 
influence the streetcar growth or vice versa? Either way, to determine how this historic public transportation 
system impacted the city, this paper will investigate various aspects of Fort Wayne during this time period. 
Determining the addition and removal of  streetcar lines from  1872 to 1939 along with any development changes 
will give insight on how, and if, Fort Wayne's growth can be attributed to streetcars. 
4  Streetcar Suburbs I  Introduction To determine how streetcars influenced Fort Wayne's development, in addition to investigating found 
data, this information will be compared to Warner's findings. Despite Fort Wayne and Boston having completely 
different geography, history, and location, if  Warner's findings apply to Fort Wayne, then historians and urban 
planners have more reason to assume his findings are widespread. In addition, by using Warner's findings as a 
template, exactly how, and if, the streetcars influenced the development of Fort Wayne can be determined. 
Streetcar Suburbs I  Introduction  5 METHODOLOGY 
Precisely how streetcars impacted a city can only be determined through observations of  past records 
and how a city evolved over time. The optimum experiment would be to compare two similar cities, one with 
a streetcar and another without; however, political, economical, and other factors cannot be absolute in  both 
locations. Historic information that still exists and was recorded, is the only evidence that can explain how 
streetcars impacted the city. 
To determine how streetcars influenced development in Fort Wayne, Indiana, maps and historic 
documentation were gathered from various years between 1872 and 1939. Specifically, the documents gathered 
include street maps which included the routes of  streetcars, descriptions of  the placement of lines from books, 
and Sanborn Fire Insurance Maps. The placement of  the streetcar I  ines through the course of nearly 70 years 
were compiled, including displaying the addition of  streets and city boundaries when available. 
To determine how development, specifically the building type, placement, and density, changed 
throughout this time period, Sanborn Fire Insurance Maps were gathered for the city. Sanborn Fire Insurance 
Maps displayed the housing style, construction material, use, and other factors that would influence fire 
insurance liabilities. These maps are unique compared to other gathered maps of  Fort Wayne due to the 
placement of  structures along every block and parcel displayed. With this information, factors such as an area's 
density and types of uses can be determined. Five different sections of  the streetcar line were selected and 
Sanborn Maps were gathered for the three years they were recorded:  1890, 1902, and 191811919. The change, 
or lack thereof, was displayed over the years gathered. What and where changes occurred will determine if, and 
how, streetcars effected the development of  the city. 
Specifically how the city evolved over the course of  the years will then be compared to Sam Bass 
Warner's findings. Due to Warner's observations being primarily based on built conditions (such as building 
density and type), they will be compared to the findings gathered from the Sanborn Maps. As previously 
stated, Sanborn Maps are concerned with the placement and characteristics of bui Idings, making them easily 
comparable to Warner's conclusions. 
In addition to Sanborn Fire Insurance Maps, the collected street maps will also be compared between 
1898 and 1939 based on streetcar placement, street additions, and city boundaries. If  the streetcar lines coincide 
with the street and city limit growth, it could suggest that these two variables were not independent. Ifa portion 
6  Streetcar Suburbs I  Methodology of Fort Wayne grew and had immediate access to streetcars. it could be predicted that streetcars had an influence 
in the development of  that area. 
After gathering all of the data, a final  conclusion will be determined, stating how, and if, streetcars had 
an influence in  the development of Fort Wayne and if it  follows Sam Bass Warner's observations of Boston. 
STREETCAR PLACEMENT 
Before Warner's findings can be compared to Fort Wayne. the streetcar lines placed in  the city must 
be introduced. The Fort Wayne streetcar first started as a horse-drawn streetcar on January 6,  1872 (Griswold, 
1917, p. 490). This first I  ine ran from the corner of  Calhoun and Berry Streets and headed south, reachi ng 
the Pennsylvania Rai Iroad Tracks before heading back north. Over the years. more lines were added to the 
system but they did not necessarily connect. The Centlivre Brewery added a line connecting downtown to its 
brewery along Spy Run Avenue and another company connected downtown to Delta Lake and the surrounding 
residential area (p. 491). Eventually all lines were bought and owned by the same company and expanded its 
service, including electrifying the lines in  J 887 (Griswold, 1917, p.  490). By electrifYing the lines, this allowed 
the streetcar to travel farther, reaching a larger portion of  the city. 
The network of  streetcars rapid Iy  grew between  1892 and 1898. Previollsly, only portions in  the south 
and northeast had access to the streetcars. By 1898, streetcars were available in every direction from downtown 
Fort Wayne.  Service was further extended to more neighborhoods and across many portions of  the three rivers. 
However, the majority of  the loops and lines were found in  the southeastern portion of  the city. most likely due 
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Overview Map of  Fori Wayne  with Street Names 
to not having to cross any rivers. The placement of  the 
streetcars allowed easy access to this alternative form 
of  transportation by having lines being located within 
a haifa mile walking distance. Due to not having the 
lines between tremendously separated geographically, 
it allowed citizens to access a larger portion of  the 
city. By 193 J, the entire system covered more than 35 
square miles of  the city. 
The follow pages show the progression of  the 
streetcars from  1872 to  1939 based on the avai labi1 ity 
of  maps displaying the streetcar routes and written 
information. 
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Sam Bass Warner analyzed how streetcars influenced the development of  Boston, Massachusetts 
between 1870 and 1900. First Published in  1962, his observations are considered to be appropriate for all 
cities within the United States regardless of location and size of  the city. Due to this assumption, Fort Wayne 
should experience similar development patterns and growth Warner found in  Boston. Warner's findings go into 
depth, analyzing specific areas of  Boston based on density, history, socioeconom ic status, and other variables. 
For the purpose of  this paper, various observations have been selected to analyze against Fort Wayne. Some 
observations did not / could not apply to Fort Wayne such as Boston's geography including marshes, a bay 
area, the ocean, topographical changes, etc, and how these influenced the growth of  the city. The observations 
that could be transferred to a different city were selected. These observations can be placed into three general 
categories: 
I.  Higher Density 
2.  Type of  Development 
3.  Socioeconomic Pattern 
Sam Bass Warner's observations of  Boston set the foundation of  analyzing Fort Wayne's development 
patterns. How Fort Wayne compares to the city of  Boston will determine if Warner's findings are potentially 
appropriate for every city within the United States. 
Higher Density 
The tendency of higher density being present along popular transportation corridors is not a 
revolutionary idea. Even today, companies place their businesses along well-traveled roads, highways, and 
public transportation stops to maximize their potential customer base. While Warner does not bluntly state this 
trend occurs, his other observations are dependent upon having higher density along streetcar lines. For the 
purpose of  this investigation, high density is defined as structures being geographically close together with little, 
if  any, space between buildings. In addition, high density also includes the height of  a structure: the higher the 
building, the higher the density. 
Streetcar Suburbs I  Warner's Findings  11 The basis for the next two observations (type of  development and socioeconomic pattern) depend on 
having higher density along streetcar lines. This fact is well-known among the urban planning, development, 
and business community (Parker, 2011). Businesses and structures are drawn to these popular hubs, rightfully 
confirming the three most important qualities in a property: location, location, location. 
Because the property along the streetcar lines are so popular, it comes as no surprise that owners desire 
to maximize their property. Rather than placing a single structure on a parcel, most land along the streetcar 
corridors would expect to be built-out. In other words, structures would take up the entire parcel and be multiple 
stories, allowing more uses to be possible, increasing the useable square footage, and utilizing every inch of 
the property. This would increase profits and off-set the acquisition costs and taxes of  the land which, due to its 
proximity to the streetcar line and high demand, would generally be greater than a parcel located a few blocks 
from the streetcar line. 
Whether higher density is found along the streetcar lines will be determined by studying Sanborn Fire 
Insurance Maps. Because the maps display the size and location of  the structures, it will be easy to observe 
whether there is higher density along the streetcar lines. In addition, due to the demand along the streetcar 
lines being higher, it would be expected that the structures would be 'attracted' to the streetcar line. The blocks 
farther from the streetcar line should have structures with a noticeable amount of  space between them and as the 
land becomes closer to the streetcar line, these structures should start coming closer to together and increasing 
in number. 
Type of Development 
Similar to modern land use patterns, development adjacent to popular or major transportation networks 
are more valuable. Generally, businesses and institutions that can afford these higher land values would locate 
in these areas to have the highest potential customer base. That resulted in other uses, such as single-family 
residential, locating away from these areas. Warner found that this modem pattern has not been a new tendency 
and was apparent in Boston's growth. He discovered that in certain neighborhoods, a "commercial strip ... 
followed the main transportation lines" (Warner,  1978, p.  158). Because this land was more valuable, uses 
which generated an income were more suitable to off-set the price of  the land. In fact, Warner states that the 
Boston School Department "placed schools on inexpensive land on the side streets" (p. 159). While the school 
system would still have access to the streetcar line, it did not need immediate access to the transportation 
12  Streetcar Suburbs I  Warner's Findings system. The school would attract students regardless if it was located adjacent to or a block from the streetcar 
line. 
Overall, when comparing Warner's findings to Fort Wayne, there are a few patterns to expect. It is safe 
to assume that other governmental institutions, religious institutions, and similar uses would follow Boston 
School Department's mindset: locate a block or two away from the streetcar line. In addition, commercial 
businesses would locate along the streetcar line in order to maximize a potential customer base. Other uses, such 
as residential, would then locate the farthest from the streetcar line because they, most likely, cannot afford land 
costs and does not possess a great need to be immediately adjacent to a streetcar line so long as they are within 
easy walking distance. 
Socioeconomic Pattern 
The invention of  the streetcar provided residents an opportunity to live farther from the city center. 
Previously, development was fairly constrained to a two mile walking radius but with the streetcar fatigue 
was not an issue (p. 15). However, not every socioeconomic class had the opportunity to fully utilize this new 
invention. As with modern suburbs, those with a higher income located farther from the city, desiring larger 
lots, lower density, and custom housing. Those who could afford new housing construction lived the furthest 
from the city, utilizing the streetcars to work and shop downtown (p. 46). Those who could not afford to live in 
the outskirts of  the city lived closer to the downtown area. Where exactly these individual lived was based on 
their job location and the hours they worked. For example, the central middle class, including professors such 
as salesman and lawyers, had a fairly predictable route of  travel and set working hours (p. 55). This resulted in 
families with similar incomes, occupations, and housing style preferences to live, generally, in the same location 
(p. 154). 
Based on the availability of  the Sanborn Maps, Warner's observations can be  investigated in Fort Wayne. 
The general size and shape of  the housing will give insight on whether the house was for an upper or lower 
class family. Parcel size can also give an  indication of  whether the residential unit was for a upper or lower 
class family. Generally, more expensive housing would be located on larger parcels ofland while smaller, less 
expensive housing is expected to be located on smaller lots. In addition, housing with similar shapes and sizes 
will determine iffamilies 'clustered' together. 
Streetcar Suburbs I  Warner's Findings  13 Intentionally left blank 
14  Streetcar Suburbs SANBORN FIRE INSURANCE MAPS 
Unlike conventional maps of  cities, Sanborn Fire Insurance Maps inventory the shape, placement, use, 
and construction materials for every building. The intended purpose of  these maps was for insurance companies 
which could use this information to set insurance rates for individual buildings. For example, if  a residential unit 
was constructed out of  wood and was located next to a factory, the risk ofa fire would be higher than an isolated 
unit constructed out of  bricks. 
However, these maps have been an asset for anyone investigating the history of  cities, such as historic 
preservationists. For this paper, these maps allow insight on the density of  the city and what type of  uses existed 
along and adjacent to the streetcar lines. While a conventional map shows streets, railroads, city limits, and 
waterways, Sanborn Maps display the structures located in the city. 
For Fort Wayne specifically, Sanborn Maps are available for the years 1890, 1902, and  1918/1919 during 
the time streetcars existed in the city (for the last year, the city was split into two sections, one completed in 
1918, the other in  1919). By comparing the maps between the three map years, how the city changed over time 
and whether or not Sam Bass Warner's findings apply to Fort Wayne can be determined. However, investigating 
the entire city could not be done due to time constraints and the large size of  the city. For example, for the year 
1918/1919, over 150 sheets were needed to display the entire city. 
Five corridors were selected to compare between these three years. These corridors, in order based on 
their location north to south, include the following: 
Streetcar Line - Starting to Ending - Distance from Downtown (Calhoun and Main Street Intersection) 
I.  Spy Run Avenue - St. Marys River to Elizabeth Street - 0.35 Miles 
2.  Calhoun Street - Berry Street to Pennsylvania Railroad Tracks - 0 Miles 
3.  Calhoun Street - Wallace Street to Creighton Avenue - 0.77 Miles 
4.  Pontiac Street - Calhoun Street to John Street - 1.36 Miles 
5.  Calhoun Street - Pontiac Street to Killea Avenue - 1.36 Miles 
Streetcar Suburbs I  Sanborn Fire Insurance Maps  15 The format for this analysis will be the following for each corridor: 
Distance from Downtown 
Reasoning for Corridor Selected 
1890 Analysis 
1902 Analysis and Change from  1890 
1918/1919 Analysis and Change from  1902 
Maps displaying what area the corridor covered in relation to the city and a completed Sanborn Map 
for the corridor for the available years will be included. In addition, the analysis will include a comparison to 
Warner's findings and whether or not his model of  development was followed. 
*Unless indicated, all maps are oriented so that north is up.  In addition, the maps are not set to scale but are generally, 
proportionally correct. 
** Sources/or all Sanborn Fire Insurance Maps are as/ollows: (Indiana University Spatial Data Portal 1890,  1902, 
191811919) 
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Explanation of Choice 
Spy Run Avenue is one of six roads that connect downtown Fort Wayne to the area north of  the three 
rivers. To gain a different perspective of  development patterns, due to the constraint of  the rivers, this area 
was selected. In addition, this line was one of  the first three lines that originated in downtown Fort Wayne. 
Originally owned by c.L. Centlivre Street Railway Company, this line connected downtown Fort Wayne to the 
Centlivre Brewery by providing a streetcar line along Superior Street and Spy Run Avenue (Griswold, 1917, 
p. 491). Because it was one of  the original lines, this area would have more potential to experience a greater 
change in development. 
1890 
A Sanborn Fire Insurance Map was not completed for this section of  the city in  1890. This implies that 
very little, if any, development was present at this time. As shown in other maps of Fort Wayne during this 
time period, the majority of  development moved southward rather than northward. Not having any maps of  this 
section was most likely due to the geographical boundaries of the city, primarily the three rivers: St. Marys, St. 
Joseph, and the Maumee Rivers, which were located north of  downtown. 
1902 
In this year, a section of the area north of the rivers was observed. However, unlike other streetcar 
sections in  1902, only one sheet was created. This applies that only a small portion of  the entire corridor had 
noticeable development: the area shown. It is safe to predict that the land north of  this Sanborn Map had few,  if 
any structures. However, the data shown can still give insight on the streetcar's development. 
The majority of  the structures shown are residential; therefore, when construction across the three 
rivers became available, commercial was still primarily found in the heart of  downtown. Also, because these 
residential units are, mostly, single-family dwellings and some houses are constructed in  brick (the pink 
coloring), it would be safe to assume that these new developments were built by/for middle to upper class 
families. 
20 Streetcar Suburbs I  Sanborn Fire Insurance Maps Tn  addition, there are a number of vacant lots, implying that owners were waiting for buyers and 
anticipating growth in the area. These lots are approximately the same size as other built lots, implying that 
similar family types will move into this area. 
The characteristics shown in this year are similar to those observed by Warner. These houses differ in 
style, with only a handful with relatively the same shape. Furthermore, only one structure appears to be built 
for multi-family, supporting Warner's observation that the wealthy live on the outskirts of the city. The more 
expensive materials (brick), size and shape of the homes, and location on the outskirts of  the city implies that 
these characteristics follow Warner's observations. 
However, it's interesting to point out that while structures are built along Spy Run Avenue (location of 
the streetcar line), there are also a notable amount on Wagner. Why development would occur on the east side of 
Wagner rather than on the west side of  Baltes Avenue is questionable. 
1918 
Since 1902, numerous new structures were built; however, there are vacant parcels, including lots that 
were vacant in  1902. These vacant parcels are primarily found far to the east of  Spy Run Avenue, implying that 
there was a higher demand of  development closer to the streetcar line. Continuing from  1902, residential is still 
the primary use of the new development but there are a few other uses such as a public school, greenhouse, and 
drug store. 
One of Warner's conclusions was the development of  public structures (such as schools) adjacent to 
streetcar lines but not along them. Tn  this map, Rudisill Public School was built directly along the streetcar 
line. The exact reason for this placement is unknown, but having access to this public transportation was 
definitely not a deterrent. However, the size of  the parcel the school occupies is fairly large and is equivalent to 
approximately eight residential parcels. This would increase the land acquisition costs. But, due to its location 
next to a waterway, perhaps the risk of flooding offset the size of the parcel. In addition, the development in the 
northern portion of  the map has a boulevard-shown on Lawton Place. Generally, developments set up in this 
fashion would cater to wealthy buyers. This supports Warner's finding regarding having higher income families 
living further from the city. 
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Explanation of Choice 
This streetcar corridor was the first line to  be  introduced to the city. Opening on January 6,  1872, 
this line was originally a horse-drawn streetcar, starting from the corner of Calhoun and Berry Streets and 
heading south to the Pennsylvania Railroad Tracks. The line was converted to run on electricity in  1887 
(Griswold, 1917, p. 490). Being the first streetcar line, it is  logical that the potential for the greatest change in 
development would be this corridor. It  is also located in the heart of  downtown Fort Wayne, so this paper will 
be able to determine if specific uses that would be located in the downtown area (such as department stores and 
governmental institutions) exhibit Warner's observations. 
1890 
Due to  being located in the heart of  downtown, this area of Fort Wayne has a notable amount of 
development. The majority of  structures along this streetcar line have various commercial uses such as a drug 
store, bakery, cigar factory, plumbing supplies, and many others. 
Despite this portion of the streetcar I  ine being the first addition, with the beginning of  the I  ine starting 
at the intersection of Berry and Calhoun Streets, Main Street still has more development. In other words, unlike 
Berry Street, Main Street does not have gaps between structures. Therefore, despite having the streetcar line 
stop at Berry and Calhoun Streets, there was, presumably, a higher demand along Main Street. However, when 
compared to other north-south streets such as Harrison or Clinton Streets, Calhoun has the highest amount of 
development. The structures are closer together along Calhoun and continue for the entire span of  the line. 
Also, in the blocks leading away from the streetcar line, development starts to decrease and change uses. In 
these blocks, there are more residential uses (especially in the southwest comer) and a notable amount of  area 
between structures. However, this only occurs south of Main Street. 
Having higher density along the streetcar line supports Warner's findings. In addition, with only one 
exception, public structures such as churches, are located a block away from the streetcar line. The post office, 
a school, an opera house, eight places of  worship, and other structures are located off of  the streetcar line, most 
likely due to the lower land values. 
26  Streetcar Suburbs I  Sanborn Fire Insurance Maps 1902 
In the span of twelve years, there were no drastic additions to this section of  downtown. While some 
blocks did add structures, such as the southwest corner of  Calhoun and Berry Streets, for the most part the 
buildings have remained the same. This could be due to a larger demand outside the center of  downtown or the 
fact that much of this area was already bui It out. 
Due to the lack of new structures, it could be suggested that the streetcar had a minimal effect between 
the two years. Due to this streetcar line having been in place for over 30 years, the race to invest in this land has 
most likely settled down. 
1918 
Unlike the time between 1890 and 1902, these sixteen years experienced a noticeable amount of 
development. More blocks adjacent or a block away from the streetcar line have been built out or have 
an addition of large structures such as department stores or offices.  The open area behind these structures 
decreased, with a number of blocks hav ing structures bounded by the street and back alleyway. 
The street wall, which previously only occurred in the northern portion of this line, has since continued 
to the railroad tracks to the south. In addition, the added structures have primarily been commercial and 
business uses, especially closer to Calhoun Street. Residential units and places of  worship are more apparent 
starting two blocks away from Calhoun Street. 
The increased' large' structures such as a YM.C.A., theaters, and department stores, are primarily 
located a block away from the streetcar line. While patrons would have to walk to get to the destination, it was 
still relatively close to this mode of  transportation. However, a few structures such as the Lyric Theatre and 
Wolf &  Dessauer Department Store are located directly on the line. While this does not exactly follow Warner's 
model, perhaps these businesses had the ability to build on more expensive land. 
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Explanation of Choice 
This streetcar line was the second extension to the system around 1887 (Griswold, 1917, p. 490). 
Despite being close to the Calhoun Street, Berry to Pennsylvania Railroad Tracks Corridor, it has one feature 
that sets it apart: the railroad. Getting supplies, people, and the streetcar across the railroad tracks requires more 
effort than regular, open land. Because of  this added difficulty, development across railroad tracks was usually 
less dense with only a few commercial structures (Parker, 20 I I). In this corridor, how, and if, the railroad barrier 
changes the development of  the city can be analyzed. 
1890 
Like the Spy Run Corridor, this corridor did not have a complete set of Sanborn Maps in  1890. This 
would suggest that any area not included in the map had very little development. Based on this, there were only 
a few buildings south of Williams Street. However, due to this corridor being located close to a major railroad 
junction, the ability to cross this barrier may have proven difficult, causing developers to first invest in areas 
with easier access. In addition, the majority of structures in the northern part of  this section, close to the railroad 
tracks, are commercial uses such as a machine shop, most likely utilizing the railroad to ship and receive goods. 
Otherwise, Calhoun Street is the only street which has commercial uses adjacent to  it, especially at the corner of 
Calhoun and Masterson Streets. 
However, there are a number of vacant parcels, implying that owners are anticipating growth in this 
area. Rather than holding onto large parcels, these owners have already divided up the land into lots. In addition, 
the area west of  Calhoun Street has more residential units than the east side. This could be due to a major 
destination existing further to the west, the land having easier construction conditions, or any variety of reasons. 
1902 
In 1902, more Sanborn Maps were available for this corridor, suggesting that there was an increase in 
the number of structures. However, along Calhoun Street there has not been a notable number of  additional 
structures or empty parcels filled. Instead, there has been slightly more development east of  Calhoun Street and 
south of Williams Street, the majority of which were residential units. For an unknown reason, there are still 
a number of parcels north of East Williams Street that are still vacant. This could be due to the location to the 
32  Streetcar Suburbs I  Sanborn Fire Insurance Maps railroad, a landowner's preference, or another reason. 
When compared to Warner's observations, there are both similar and different findings. Like the Spy 
Run Corridor, these houses are large and have a more complicated layout, especially the area furthest from the 
downtown. This suggests that the area was primarily composed of  middle and upper class families. However, 
unlike Warner's findings, there is only a handful of multi-family housing and areprimarily duplexes rather than 
apartment complexes. In fact, the density of residential structures is not greater along the streetcar line which 
also goes against Warner's observation of Boston. The structures that are attracted to the streetcar line are found 
in the northern portion of  the corridor and are commercial uses, but this is only true for two blocks. 
1919 
Between 1902 and 1919, this corridor filled in the vast majority of vacant parcels. In addition, these new 
structures were not solely residential but included a school, various businesses, and a club. These additions most 
likely increased land use values and were primarily located a block from the streetcar line. Following the trend 
observed in  1902, the added residential units had complex shapes rather than simple rectangles or squares. 
The location of  the public structures adjacent to the streetcar line again follows Warner's findings of 
Boston. However, the handful of remaining vacant parcels are located along the line, suggesting a lack of 
demand along the line, high prices, or another unknown reason. Warner's observation is also seen in the shape 
of  the residential units. Not only do they vary, suggesting a higher economic class further from the city, but 
the blocks closer to the downtown have similar shapes. This would suggest that the developer saw that the 
original design sold and repeated the construction. Warner observed that houses of  similar architectural styles 
and characteristics are clustered together. The similar, and sometimes identical, shape of  these units supports his 
finding in Fort Wayne. 
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Explanation of Choice 
Unlike the other four corridors, this is the only one which runs east to west. Warner mentions that the 
clusters of  similar socioeconomic classes and housing structures are based on its location from the center of 
downtown. By analyzing a corridor that does not extend further from the downtown, whether or not Warner's 
observations can apply to east and west corridors can be determined. In addition, this area has less commercial 
structures, thus changing the expected density and general development pattern. 
1890 
Like the Spy Run Corridor for this year, no Sanborn Maps were created. This would suggest that little, 
if any development existed in the corridor at this time. With the lack of  development, this also supports the 
findings from  the Calhoun Street, Wal.lace to Creighton Corridor, which is located north of  this corridor. Since 
the  J 890 Calhoun Street, Wallace to Creighton Corridor did not fully extend to Creighton, having no map for 
this corridor would be logical. 
1902 
Despite having Sanborn Maps for the corridor for this year, there are still some portions of  the area 
that were not included in mapping. This is primarily in the area to the east, which creates the abnormal shape 
as shown. However, based on what exists to the east, it is safe to suggest that there was little development in 
this area at this time. There are a number of  empty parcels and all of  the structures were residential dwellings. 
This is apparent not only along Pontiac Street but to the blocks north and south of this street. The area closer to 
Calhoun Street has more development but not a substantial amount. 
However, there are still some observations that relate to Warner's findings. A public school is  located 
along Pontiac Street but only three blocks from  Calhoun Street. Close to the intersection of two streetcar lines, 
the land values in the area would be expected to  be higher, which would explain the school's locating a few 
blocks from  this intersection. However, it is still along Pontiac Street instead of  a block away from  it. There are 
also clusters of  similar housing styles, such as the simple design on the northeast; however, the variation is not 
as apparent as shown in the Calhoun Street, Wallace to Creighton Corridor. 
Streetcar Suburbs I  Sanborn Fire Insurance Maps  37 1919 
This is the first year where the entire corridor under analysis is available on the Sanborn Map. Overall, 
between 1902 and 1919, there has been a substantial amount of  new development, primarily residential units. 
Nearly every empty parcel from  1902 now has a structure. This is not only true for the parcel immediately 
adjacent to the streetcar line but also for a two blocks radius from the streetcar. The majority of  these residential 
units are part ofa larger addition, owned by the same person. 
The cluster of  similar housing styles is more apparent in  1919 than 1902. This supports Warner's 
findings and can be seen within specific subdivisions-they generally have the same, or repeated, shape. 
In addition, the new public structure, a school, is located along the streetcar line but is at the end of  the line 
rather than closer to the Calhoun Street line. This doesn't absolutely go against Warner's findings but doesn't 
completely support it either. However, apart from a few unique uses, the streetcar does not seem to have directly 
influenced the direction of  growth. The density of  housing is fairly consistent in  this entire corridor rather than 
following Warner's observation having increased density along the streetcar line. 
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Explanation of Choice 
This corridor is the farthest from the downtown core; therefore it would have the more recent 
development during this time period. Because of  this, whether or not the new development follows Warner's 
findings can be observed. One constraint 'older' areas have are already built structures-making it difficult and 
expensive to change the density and use of structures to exhibit Warner's findings. Due to the location of this 
corridor, it has the highest development potential because, starting in  1890, much of the land was empty. 
1890 
Being the farthest corridor from downtown Fort Wayne, it is no surprise that no Sanborn Maps exist for 
this area. Like the other corridors that do not have maps for 1890, this implies that little, if any development 
existed in this area. 
1902 
For this year, the Sanborn Map does not fully extend the length of  the corridor, suggesting that 
development did not exist this far south of  downtown Fort Wayne. Compared to other corridors, this area is 
relatively empty, with a notable amount of space between housing units. There are also a number of larger lots 
not divided into smaller parcels with some taking up a fourth of  a block. This could suggest that this area is not 
completely ready for future development. In addition, the placement of these structures does not seem to favor 
Calhoun Street but is rather sporadic in clusters. This is most likely because the streetcar line in this corridor 
was either newly placed or did not exist yet. 
With only residential units, comparing this corridor to Warner's findings can only be based on his 
observation of residential structures. Like other places in Fort Wayne, there are no apartment-style housing but 
rather single units. Because this is the farthest corridor from downtown, this supports Warner's findings having 
middle/upper class families further from downtown. In addition, these structures are mostly unique, with only 
a few structures with similar layouts. However, the lots of  these houses are relatively small with a minimal 
amount of land between houses. Generally, upper class families have homes on larger parcels with more yard 
space. 
42 Streetcar Suburbs I  Sanborn Fire Insurance Maps 1919 
Since 1902, a number of parcels have been filled.  In addition, some parcels now included more than 
one unit and the larger parcels (such as along Piquia Avenue) have been  broken up  into smaller units. While a 
few non-residential uses have been built, such as a paint shop and church, the vast majority of  development is 
single-family housing. Surprisingly, the housing style in the southern portion is not as unique as other sections, 
with numerous units with the same shape of housing. 
Only having single-family housing rather than multi-family style housing is yet again different rrom 
Warner's observation of  Boston. This could be due to having a higher income base in this area. However, by not 
having multiple unique styles ofhousing, it could be suggested that the intended buyers were not middle/upper 
class. Overall, despite having a noticeable amount of new structures, the development patterns are not precisely 
the same as Warner's observations. 
Streetcar Suburbs I  Sanborn Fire Insurance Maps  43 OVERALL FINDINGS FROM SANBORN MAPS 
The Sanborn Fire Insurance Maps provided vital information that would otherwise not be able to be 
observed. By knowing the exactly location, size, shape, and uses of  structures throughout Fort Wayne, it was 
possible to compare Warner's findings to this Midwestern city. However, there is no straight answer whether or 
not Warner's observations are absolutely true for Fort Wayne. While some of  Warner's characteristics are seen, 
others were not always present or even completely absent. 
First, Warner's observations regarding the type of  institutions along the streetcar lines and parts of his 
socioeconomic conclusions were found  in  Fort Wayne. For the most part, public institutions and governmental 
buildings were located a block or two away from the streetcar line. While this observation was not absolute, 
there were a few institutions that existed before the streetcars or could most likely afford the higher land costs. 
In other words, there are logical reasons why this finding would not be absolutely observed. However, places 
of  worship definitely exhibited this finding while schools were the most common use that didn't adhere to this 
observation. Some of  Warner's socioeconomic conclusions were regularly observed in Fort Wayne, specifically 
the clustering of  similar housing styles. In residential developments, houses with similar, if not identical, layouts 
clustered together. The corridors located farther away from the center of  downtown started to become more 
elaborate and unique, with only a few areas with simple rectangular housing. This suggests that upper class 
families located on the outskirts of  the city while middle/lower class families were located closer to the heart of 
downtown. 
Some of  Warner's findings that were not followed include parts of his higher density along streetcar 
lines and socioeconomic conclusions. Despite the demand of  development being higher along streetcar lines, 
it would be expected that multi-family and apartments would be more prevalent along these popular corridors. 
However, there were very few structures that were intended for multi-family housing and almost no apartments. 
The lack of  apartments in  Fort Wayne is drastically different than Warner's observations of  Boston. However, 
perhaps the Midwest lifestyle or lack of  demand for apartments was the overall reason for the lack of  high-
density residential. Even today very few apartments exist in downtown Fort Wayne. Another observation not 
seen was the increased parcel size further from downtown. This was not mentioned in any specific corridor or 
year because it was apparent in every Sanborn Map. The lot size for residential units did not drastically change; 
in fact, the vast majority of  parcels were more or less the same size. 
44  Streetcar Suburbs I  Sanborn Fire Insurance Maps The observation that was evenly apparent and missing from Fort Wayne was having higher density 
along streetcar lines. For some corridors, such as the Calhoun Street, Berry to Pennsylvania Railroad Tracks 
Corridor, this was openly apparent in the Sanborn Maps. However, corridors such as Pontiac Street, Calhoun 
to John Corridor, did not exhibit any of  Warner's findings regarding density. While some corridors did have 
higher density along the streetcar line, there wasn't a guarantee for it to happen along every streetcar line. This 
is most likely due to the nature of  where the lines are placed. While the downtown would be the main area for 
commercial and institutional uses, most of  the lines that feed  into downtown would be primarily residential. The 
purpose of  the streetcar is to allow residents and visitors to move throughout the city, not to provide immediate 
access to a variety of  uses along every inch of  the streetcar line. However, the fact that the characteristic of 
density along the streetcar lines was so diverse prevents this observation to be absolutely evident in Fort Wayne. 
Streetcar Suburbs I  Sanborn Fire Insurance Maps  45 STREET LAYOUT 
Sam Bass Warner's observations and the Sanborn Fire Insurance Maps are not the only factors that can 
suggest growth due to streetcars. As any city grows and expands, the addition of  streets is vital to provide access 
to new development. As the distance between adjacent streets shortens, this indicates that there is (or plans to 
be) more development and uses that require direct access. For example, the street layouts of  residential areas are 
generally closer due to each individual house requiring access to the overall street network. Where new streets 
are placed, their proximity to other streets, and most importantly, the proximity to streetcar lines will determine 
ifstreetcars influenced the development of  Fort Wayne. 
For this analysis, the street network for each map collected was laid on top of  each other. The streets that 
were added between these maps (years) are shown highlight in  a dark grey. The streetcar line for the latest year 
was then placed on top. In addition to displaying the change between years, an overall map displays all the areas 
with additional streets. 
Note, the size of  the highlighted area is not as important as the number of  streets in the shaded region. 
In other words, a large highlighted area does not necessarily indicate drastic, large growth. In addition, the 
boundary is not consistent for each map gathered. The slightly darker area is the area analyzed rather than the 
entire map. This is because not every map had identical boundaries and it cannot be assumed that any streets 
outside the older map were added or already existed. In other words, the area that is shown in the 1907 map 
but not the 1898 map cannot be compared to the 1898 map because how the streets were laid out in  1898 is 
unknown. 
The layout of  the following section is: 
Change between 1898 and 1907 
Change between 1907 and J  919 
Change between 1919 and 1925 
Change between 1925 and  1939 
Highl ighted Areas between 1898 and 1919 
•  Highlighted Areas between 1925 and 1939 
All Highlighted Areas with 1931  Streetcar Route 
46 Streetcar Suburbs I  Street Layout The last three sections will be analyzed, giving detail explaining how, and if, streetcars and the new 
streets correlated. The reason why this analyzing was split into three parts is due to the overall history of  the 
streetcar era. Around the 1920-1930s, personal vehicles started to become more commonplace, taking away 
streetcar ridership across the nation. The reasoning for the new streets before and after the  1920s can be 
attributed to different reasons. While the added streets before the 1920s have the possibility of being added due 
to streetcars, the added streets after 1920s could more likely be attributed to personal vehicles. 
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48  Streetcar Suburbs I  Street Layout 
""" Highlighted Areas between 1898 and 1919 
Between 1898 and 1919, the addition of streetcars was experienced in three primary areas: the 
northwest, northeast, and southeast. Fort Wayne (and nearly all American cities during this time) started to grow 
out and away from the center city due to the access of  streetcars. Families could live farther from downtown and 
still have access to shops, governmental buildings, places of  worship, and other businesses (Warner, 1978, p. 
15). Therefore, it comes as no surprise that these additional streets were located near the city limits rather than 
the heart of  downtown. 
In the northwest, the placement of  these new streets was actually located a few blocks from a streetcar 
I  ine. Only one section was immediately adjacent to a line; however, the majority of this new development 
required pedestrians to walk farther than other places in the city. The high density of the streets (placed close 
together), allows the assumption that this area was primarily small lots and most likely residential. While having 
immediate access to streetcars wasn't as important to residential uses as commercial uses, it's still surprising 
that they're located a noticeable distance from the streetcar lines. 
The area to the northeast experienced an increase in streets closer oriented to the streetcar line. The 
line running directly east passes through the middle of  this new development, providing direct access to those 
properties. In addition, the line south of  that also provides access to residents living a little farther south. By 
having two streetcar line options, the size of  the newly developed area and density of streets is expected. 
The area of  growth in the southeast is the farthest from downtown but has the greatest area of  newly 
developed land. However, only one streetcar line provides immediate access to this area: Pontiac Street 
(corridor studied in Sanborn Map section). This streetcar line only provides access to the northern part of  the 
development, with the majority of new streets quite a few blocks away from a streetcar line. If  the developer 
was extremely concerned about allowing streetcar access, there are more logical open spaces with more 
potential access. However, when considering the size of  the development, this area might have been the most 
suitable. 
Overall, between the years 1898 and 1919, there was no conclusive evidence that the streetcar influenced 
the development of  new streets. The majority of new streets were not in direct correlation with the streetcar but 
was within walking distance. It seems like the additional streets were placed where land was available rather 
than along these corridors. 
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SO  Streetcar Suburbs I  Street Layout Highlighted Areas between 1919 and 1939 
During this time period, the most likely influence for new development was due to the recent invention 
of  the automobile which started becoming available to the masses. In addition, the streetcar line routes shown 
are the combination of streetcars, buses, and electric buses. The effects these lines will have on development are 
not exactly the same as the streetcar. The streetcar line is fairly permanent, it's not easy to move the line down 
a block; however, buses are not constrained by a route and has the freedom to drive anywhere. Because of this, 
having a customer base through public transportation is not as consistent for buses as it is for streetcars (Parker, 
20 II). The area these new streets are not as large as it was between 1898 and  1919; instead, the location of  new 
streets were primarily located on the outskirts of  the city, away from the streetcar line, or individual streets that 
break up larger tots. 
The largest areas with new streets are found in the northwest and southeast. In the northwest, these new 
streets are not adjacent to any streetcar or bus lines, but are located a few blocks away, allowing it to be within 
walking distance. However, the curved streets could suggest a more scenic, non-traditional residential area. Cars 
could be popular in this area but are not absolutely necessary. 
For the area in the southeast, this addition of streets are quite a few blocks from the nearest streetcar 
line. In fact, the new streets move further south rather than in open areas closer to the streetcar. This could be 
an area that intended to be automobile-dependant and perhaps did not consider public transportation during its 
development. 
The rest of  the city has smaller areas that had new streets. These areas only added a few streets but 
were located closer to streetcar lines. It could be suggested that these locations were in-fill development that 
provided additional access to already developed areas. For these instances, it seemed as if  the streetcar did play 
a noticeable role, due to a slight majority of  these areas being located along or near the end of  the streetcar line. 
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Additional Streets between 1898 and 1939 with 1931 Streetcar Line 
52  Streetcar Suburbs I Street Layout All Highlighted Areas with 1931  Streetcar Route 
It comes to no surprise that the vast majority of  the areas that experienced an increase in the number 
and density of streets were not in the heart of  downtown Fort Wayne. Generally, downtown city blocks cannot 
further 'break-up' to make room for new streets. There are usually large, multi-story structures that take up the 
majority, if not an entire, city block. The areas that did experience an increase were located on the outskirts of 
the city, especially to the north and southeast. 
In the northwest portion of  the city, the area with the most addition of  streets was located north of  the 
streetcar line. While this area is stilt within walking distance to the streetcar line, it is not orientated at the end 
of  the line and only one section is immediately adjacent to a line. There are some single streets that were added, 
suggesting the area experienced an increase in density. 
To the northeast, the majority of  the additional streets were located along or adjacent to a streetcar line. 
In fact, for both lines heading east, they end in an area with new streets. In addition, the area between the two 
streetcar lines has an advantage by being placed between two lines-which could increase property values and 
decrease the time needed to walk to the nearest streetcar stop. 
The southeast experienced perhaps the largest area of new streets. However, only Pontiac Street (one 
of the corridors covered in the Sanborn Map Section) and the line south of  that was adjacent to new streets. 
While there was a noticeable amount of  area adjacent to the line south of Pontiac Street, it does not continue 
south to  include the other new areas. In fact, the area on the southern border of  the map, is one of  the farthest 
developments from a streetcar line. Despite development moving south, the streetcar line did not extend that far. 
The southwest area experienced the least amount of large development, especially along and adjacent 
to streetcar lines. However, this area had plenty of  new single roads. This could suggest that those areas were 
experiencing a demand for higher density or more development, requiring it to place new access points. 
While there are a handful of  streetcar lines that directly lead into an area with new added streets, the 
majority of  areas did not experience a correlation between new streets and streetcar lines. This is especially 
true for streetcar lines close to the heart of the city, which reached areas with few,  if any, highlighted areas. 
This would suggest that despite not having new streets, these areas were important and logical for this new 
transportation mode. The demand in these areas was high enough to justify the placement of  the streetcars 
but did not experience new, high density growth. Therefore, how, and if, these areas were influenced by the 
streetcars cannot be fully detennined by only street maps of  the city. 
Streetcar Suburbs I Street Layout  53 CITY BOUNDARIES 
Cities did not only experience additional streets during this time period but also expanded their 
boundaries, serving a larger area and incorporating more land. For the maps collected, only three included 
the city limits: 1898, 1919, 1925. However, the growth during these twenty-seven years is still noticeable. 
Where the boundaries extended, compared to where the streetcar lines extended, will determine if  the streetcars 
influenced the directional growth of  the city. 
The layout of  the following section is: 
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... ,  ............. . 
•  1898 Boundary 
~ '~"'" 
•  1919 Boundary 
•  1925 Boundary  ...•
...... /  ....  , ..... . 
.,~  ..... '  ... 
•  Overall Growth with 1925 Streetcar Lines 
1898 Boundary 
1919 Boundary  192  5 Boundary 
54  Streetcar Suburbs I  City Boundaries .... 
........... ...................... 
Overall Growth with 1931 Streetcar Lines 
Streetcar Suburbs I City Boundaries  55 OVERALL GROWTH 
For the map shown, the darker shaded regions are the changes between 1898 and 1919 while the lighter 
shaded grey is the expansion between 1919 and 1925. Because this overall growth only shows the city limits up 
until 1925, the streetcar line from  1925 was placed on top of the growth. 
Generally, between the years 1898 and 1919, the area south of  downtown experienced additional land. 
In this area, there are a number of lines that extend to the new area, including Pontiac Street (corridor analyzed 
in the Sanborn Fire Insurance Map section). In total, six sections extend to either pass through or touch this 
addition. For the area north of the river, there was also noticeable growth between 1898 and 1919. Different 
from southern Fort Wayne, the two lines that service this area run directly through this area, which gives it more 
potential to reach more potential riders. 
The years between 1919 and 1925 experienced more growth in the western and northern portions of 
the city, opposite of  the growth in the previous years. The largest area, to the west, has two lines that service 
the area, including one that runs completely through the area. For the area north of the city, only one line runs 
through the added area. The lack of lines servicing the new areas is drastically different than the 1898 and 1919 
growth. 
However, regardless of  whether the lines run through or adjacent to the new area, generally the streetcar 
line follows the direction of  growth. While the area to the north extends directly north like the streetcar line, 
the northeast portion covers a larger area than the northwest-much like the streetcars. For the east, all of  the 
streetcars (with the exception of  one) end in generally the same area, much like the city limits. The southern 
portion of the city has the largest city limit growth and is the farthest from the center of  downtown, much 
like the streetcars. While the area to the west only has two streetcar lines, it was still enough to mimic the 
city boundaries. Whether the streetcars were intended to follow the direction of  the city's growth is unknown; 
however, the connection between the streetcar lines and city limits are interestingly similar. 
Various aspects were analyzed examining how and if streetcars influenced the development of Fort 
Wayne. The exploration into if Fort Wayne's city limits correlated with the streetcar line growth concludes the 
analysis of  this information. The following section compiles the information gathered and gives a conclusion 
determining the streetcars influence on the development of  Fort Wayne. 
56  Streetcar Suburbs I  City Boundaries CONCLUSION 
This paper investigated how and if streetcars influenced the development of  Fort Wayne, Indiana 
through a variety of  means. With the various information gathered, including writing documents and maps, were 
analyzed to determine how Fort Wayne developed and if it correlated to streetcars. The data analyzed was based 
foremost on the location of  the streetcar Jines between the years 1872 and 1939 and how it compared to three 
investigated topics: Sanborn Maps, street layout, and city boundaries. 
Foremost, the observations Sam Bass Warner concluded regarding how streetcars influenced the 
development in  Boston, Massachusetts were compared against the growth Fort Wayne experienced during the 
early 20th century. Warner's findings were placed in  three general categories: high density, type of  development, 
and socioeconomic pattern. These observations were compared to Fort Wayne by investigating Sanborn Fire 
Insurance Maps for the three years it was available (1890, 1902, and 1918/19\9) in five streetcar corridors. 
The information analyzed by the Sanborn Maps in these five corridors gave insight on whether or not Warner's 
conclusions are applicable to Fort Wayne. 
The information gathered from the Sanborn Maps was not absolutely conclusive, with some of  Warner's 
findings being found in Fort Wayne while others were not. First, it was discovered that the type of  use along and 
adjacent to the streetcar line in  Fort Wayne did follow Warner's findings overall. Institutions were, for the most 
part, located a few blocks from the streetcar line while commercial uses were found along these lines. Another 
observation that matches Warner's findings is the clustering of  similar housing styles and more elaborate 
housing being located far from downtown, as described in the socioeconomic section. 
However, some of  Warner's findings were not observed in Fort Wayne. This includes the absence 
of  multi-family housing along streetcar lines. In fact,  in the corridors investigated, almost no multi-family 
(apartment) structures were displayed. In addition, Warner found that the lot sizes increased as the land became 
farther from the city; however, for the most part the lot size remained consistent throughout all five corridors. 
There was no correlation between distance from downtown and lot size. 
In addition to the findings that were and were not apparent in  Fort Wayne, there were a few that 
displayed a mixture. This is primarily the observation that higher density is expected along streetcar lines. While 
this was true in some corridors, it was not apparent in others. The type of  uses and location of  the corridor 
gave a better indication of  whether or not high density formed along the streetcar line. While there were some 
exceptions, for the most part the city follows Warner's observations. 
Streetcar Suburbs I Conclusion  57 As mentioned before, the Sanborn Maps were not the only tools utilized to investigate Fort Wayne. The 
two other investigations, street layout and city limits, also gave conclusive evidence supporting and opposing 
the notion of the streetcars influencing the development of  Fort Wayne.  The change in the street layout did not 
give conclusive evidence which demonstrated a reaction from the streetcar lines. The majority of  new streets 
were located near the city limits, far from the heart of  downtown with ample access to streetcar lines. This lead 
to primarily only one area (the northeast) signifying a connection to the streetcar line. The rest of  the areas 
were located a few blocks away from the line with no indication suggesting the development was influenced by 
streetcars. However, the locations far from the city would generally be middle to upper class families who, most 
likely, had access to personal automobiles. They would not need immediate access to streetcars. In addition, the 
developers could have been more concerned with profit, choosing to develop large areas farther from the city 
rather than small, closer areas. The new streets most likely had other factors that were more prevalent than the 
streetcars which contributed to the location. 
The last investigation concerned the city limits of  Fort Wayne and whether the growth of  this boundary 
was similar to the growth of  the streetcar lines. The addition of land more or less followed the direction of 
the streetcar. The larger growth in the northeast than the northwest had more streetcar lines in the northeast. 
Likewise, as the city extended towards the south, the streetcar lines followed. It seems the locations important 
enough to be incorporated into the city were also areas that displayed a demand for streetcar service. 
So, after the previous analyzes, investigation, and information, did streetcars influence the development 
of  Fort Wayne? Well, in some ways yes and in other ways no. There was conclusive evidence supporting some 
of  Warner's observations in fort Wayne, but not all of  his findings were found in the city. While it did have a 
great impact on the built environment in one corridor, it had an entirely different effect in a different corridor. As 
for the street layout and city limits, the addition of  streets did not seem to be influenced but streetcars while the 
city limits did experience a correlation with the streetcars. It seems the street layout had a multitude of  variables 
that determined the location of  these new streets with streetcars as one of its least concerns. As for the city 
limits, this growth was general enough to be influenced by the streetcar line. With the reasoning for extended 
streetcar service and city growth being relatively the same, it comes as no surprise that there was correlation 
between the two. 
58  Streetcar Suburbs I  Conclusion However, this is almost expected due to the nature of  development. Fort Wayne's growth pattern could 
not be solely influenced by the streetcar. Other factors such as previous structures, geography such as the rivers, 
and the railroad also had a hand in the development of  the city. Development is never a perfect model--certain 
structures and transportation lines cannot be picked up in one location, placed in another, and expect to develop 
in exactly the same manner. In other words, placing a streetcar line in an area will not guarantee a specific 
outcome-there are too many variables. This would explain why Warner's findings and other observations 
were not consistent through all the years analyzed and throughout the city. While the streetcar did not have an 
underlying, absolute impact throughout the city of  Fort Wayne, it did influence certain areas and corridors to 
develop in a particular manner. 
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